we need to talk about that because that is a major
maintenance concept that we use called on condition
maintenance. Another thing that we need to talk about
is air lines of communication and how we made use of
that in Vietnam. I think that is something that we
have learned very well and we need to take advantage of

it.

INTERVIEWER: Alright, sir, we will come back to ALOC.

But first, after Vietnam, there was the need to

modernize, .Secondly, there were shrinking budgets and
thirdly, there was a diminishing industrial base. So
really there are three areas that 1 would like for you

to discuss.

MR _CRIBBINS: Alright, let me start with my favorite.

Let me start with the user and come back up through the
wholesaler and try to bring what we learned In Vietnam
into focus. [ think that since it was a helicopter war
we learned a whole lot. 1 will say right up fronht that
It wasn't because we were smarter than anyone else.
What happened 1n Vietnam is we Kkept running Into
emergencies because we were operating helicopters iIn
such a war that we learned as the war progressed.

Being In an unusual war that was 8,000 miles away from
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the west coast, it became a helicopter conflict. Let
me relate that with the user we.Found it was necessary
to glve them the confidence and capablility to keep his
aircraft safe, reliable, maintainable and ready. We
couldn't do those things with just the user even though
they were dedicated and worked many, many hours each
week. So we supplemented them with contract
maintenance. That contract maintenance capability
provided continuity beyond the one year tours and
provided the confidence of highly skilled people. It
also gave us a Inkling of what contract people would do
In wartime. They sat out rocket, missile and mortar
attacks along with the troops. There was no mass exlt
of those people when situations were tough. They were
dedlicated to their jobs. We found out that we were
asking the user to do tooc much. On one hand, we
believed that we had to separate the fighter and the
supporter. Well, we found that In aviation we had to
combine them. When we combined them, it gave the
fighter the capabllity to support his own systems. He
began taking better care of them than when he did not
have the organic capability. He couldn't turn to
scmeone else. We couldn't ask him to do the many
maintenance things that we beiieved he could do even

with supplementing him with the KD teams and the
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contractors without a responsive supply system. We
gave him a diagnostic capablility and then made him,
what [ believe Iis the way of the future, a parts
changer rather than a parts malntainer at the user
level. So at the user level, we put the operator in
charge. We made him fully aware of what his
responsibiiities were as a loglstician as well as an
operator., We found that thils system worked very well.
That doesn’t take care of user level, but It gives a
pretty good summary as to what we found out at the user
level from the viewpoint of establishing what the user
should, could or needed to do In order to sustain a
fighting effort at his level. If there is anything, I
guess, we've learned iIs that there cannot be anyrreal
differentiation at that wuser 1level between the
loglstician and the operator. They have got to be the

same .

INTERVIEWER: Next would be the intermediate level.

MR CRIBBINS: ©Oh, we found that we started out with too

much user maintenance at the intermediate level in the
form of DS. We moved it to the user level and
supplemented the user with the people, skills and

capabilities that were needed. We also found that we
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asked the Iintermediate level which was originalily DS
and GS, to do more work than it could accomplish
because of the necessity of providing facilities,
tools, equipment, people, skills, etc. Therefore, the
intermediate level was overburdened and a 1ot of work
was going to depot level. What we did was, take the
overflow from the user level and concentrated more upon
alrcraft and weapon systems readiness at the user level
than upon the DS and GS levels that were adequately
supported by the existing suppiy system. | Now what did
this mean? This meant that we had to establish a more
responsive supply system than we ever had before. That
jeads us right into the air 1ine of communications. We
found that at the Intermediate Tlevel, the most
important thing to do was to be able to intensively
manage and move critical parts; the unserviceables, the
serviceables and the consumables. From the viewpoint
of the ALOC, 1et me relate what happened during the TET
offensive because {t was symbolic of how we got much
deeper intoc the ALOC busliness although we had been
using it in Vietnam from the beglnning. In February
1968 when the Vietcong celebrated the TET with an
offensive campaign, we found that a large number of our
critical engines and components were lost, destroyed,

captured or disappeared during that campaign. As a
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result, General Abrams, who was the Deputy COMUS MACV,
told General Johnson, "I know that you folks have done
everything you can, but if we don't get more engines
out here quickly, this war Is going to come to a
screeching halt." He was talking about the T-53 engine
for the Huey and the Cobra, T-55 engine for the
Chinook and the T-63 englne for the OH-6 and the OH-58.
They turned out to be the most critical items. Well,
loocking at where we were, we were thinking that we had
done everything. When we sorted things out, we hadn't
done nearly enough. So at that time, and 1'11 use the
T-53 engine as an example, we were using 16 engines per
day in Vietnam. Those 16 englines per day were worth
about $1.1 million at $65,000 to $75,000 a engine.
I'11 have to go back and look at my arithmetic, but I
think that is pretty close to the mark. That was not
the problem. The money wasn't the problem. The
problem was how do we supply 16 engines a day? There
was no way we could do it without ALOC. [End Tape

C-219, Side 2]

[Begin Tape €-220, Side 1]

MR _CRIBBINS: We already had Instructions in the fleld

which stated that If an engine could be repalred at any

level in Vietnam in 30 days, It was to be retained for
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30 days, and all the rest of the engines would be sent
back to CONUS for depot repair, overhaul or whatever
was needed. As a result of General Abrams' message to
General Johnson, 1 was called in and asked what should
we do? I said, "Well, I thought that we needed to
flush cut the system." He said, "Alright, prepare
whatever needs doing and 1 will sign the message." 1
multiplied 7 x 16 and came up with 112 englines. I
prepared a message for the Chief of Staff's signature
which said that, "For T-53 engines you can keep 112
serviceable or unserviceable englines in country that
are not Installed In alrcraft. Any engine above and
beyond that number whether serviceable or unserviceable
will be sent back to the United States by air." At the
same time, we established a 24 hour dedicated truck
system that moved as needed between Stratford,
Connecticut, where Avco Lycoming made T-53 and T-55
engines, Charlotte, N.C. where they had established an
overhaul base, Fort Rucker, Hunter Stewart in Florida
and Corpus Christi, Texas. We established a C-141
airlift three times a week to move serviceables and
unserviceables. We told theatre what we were doling.
General Bob Williams who was then the cémmander of the
First Aviation Brigade also had the 34th Support

Command under hls command. Whenever an alrplane came
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in, General Willlams had to personally report to
General Abrams as to the number of unserviceable
engines being retrograded. Inside of a month, we
flushed out of Vietnam somewhere in the neighborhood of
over 750 engines. The average time engines were being
held In country was not 30 days, it was something like
80-90 days. When the people in Vietnam looked at an
engline and they couldn't take care of 1it, they
requlsitioned the part. Once the 30 days arrived, they
would take a look at it and say, '"well, I'm sure in
another few days it will come." What had happened was
that we had a stock of unserviceable engines in Vietnam
that were really holding up the whole system. The
dedlicated truck was very efficlent because it serviced
us portal-to-portal, Airlift In CONUS will glive you
very fast service from polnt to point, but you have to
get 1t to and from an airstrip and the loading and
unloading ramps. So with that system we flushed out
about 750 engines. Would you believe that we never had
a NORS (Not Operational Ready Supply) at the depot
level for an engine once we got those 750 engines back
in the supply system. What did that say to us? It
sald that we had thought that we were doing a terrific
job and we weren't. Ahother thing in spite of the TET

offensive Is that our readlness rates and we still have
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them on a chart, w!ll show that we had the peak In
readiness of around 74 percent or 75 percent. We were
flying the maximum number of flying hours, something

1lke 45 hours per aircraft worldwide for the total

fleet,

INTERVIEWER: I would 1ike to make those statistics a

part of this report.

MR_CRIBBINS: Yes, ! agree. Let me think what else was

accomplished at the intermediate level. Another thing
we found was that Vietnam was an unusual conflict in
the sense that it was conducted In a very confined
geographical environment. Accordingly, 1 am afraid
that our Jlogistic units became homesteaders and
remained In one place most of the time. [ think that
the exception was the Flirst Cavalry Division moving
from An Khe down into the Iron Triangle. That was a
major move for a large operational unit. Essentially,
our intermediate level malntenance units stayed put
throughout Vietnam. Another thing I think we have to
recognize [s that the enemy had few tanks and limited
mobility. Although, there was lots of mortar and
rocket activity, there was no enemy air actlvity‘over

South Vietnam., Therefore, we had command of the air
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and were able to move our helicopters wherever needed.
All of these things would have to be considered In the
proper context in any future war where we may not have
the capability to move indiscriminately. Conversely,
it was the sort of war that was analogous to some of
the previous guerrilla wars Including our own
Revoluticnary War. We owned pockets and the enemy
cperated around those pockets. I remember flying Into
An Khe durlng a period of heavy flghting on a €-123.
We flew at 10,000 feet and then literally cork screwed
right into the An Khe runway. If you came In on a
glide path, you would get shot down. It was a very
unusual war, but 1 would say that we learned more
lessons in aviatlon because [t was the first major
hellcopter war In history. I do believe we came out of
that war being experts on helicopter utilization In a

combat environment,

INTERVIEWER: I guess it was General Ridgway, who set

the vision for the Army's future 1Iin aviation.
Essentlally he salid he wanted "an Army that was hard
hitting, streamiined and as much as possible be
transportable by alir between continents and on the
battlefleld." His vision came to fruition in Vietnam

where we saw the 25th Divislion move one brigade by alr
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into Vietnam. Further, as vyou sald earlier there were
some 4400 Army aircraft In Vietnam at the height of the
war. Coming out of Vietnam, we knew that we were going’
to have a period of constraints. I belleve General
Heiser had a vision and he started several initiatives
to make sure that we had sound logistics program. More
Importantly, there was concern about the ability of the
industrial base to support Army aviation. I would 1ike

to hear your thoughts on those concerns.

MR CRIBBINS: Well, coming out of Vietnam was a

traumatic experience for the helicopter industry, but
let me talk very briefly about General Helser. 0Of the
pecople who have influenced Army logistics, I have got
to put General Helser right up there near the top of
the 1list., He was truly a "dirty hands" logistician., 1
mean that In the sense of being a logistician who had
come up from the very basics of having his hands dirty
doing unit level malntenance all the way toc become the
DCSLOG of the Army. One of the things that he came up
with was called "Inventory in Motion," whlch other
people may call stovepiping because [t requires
intenslve management by commodity or weapon system.
The concept he envisioned 1Is the very inventory Iin

motion that the Japanese use today on their automotive
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production lines. They do not stock, store or Issue
inventory in large quantitles. When a vehicle
production line approaches that point where it needs an
item, a truck pulls up with that item and It is put on
the vehicle. That way, they cut down on inventories.
There couldn't be any concept that's better suited for
where we are today with the high cost of our
inventories and the necessity to cut down on them.
Such a program helps to cut down on obsolescence and
the cost of buying things that we don't need. In
talkiné about the Industrial base where we had some
very real! problems, there were four major helicopter
manufacturers; Bell Helicopter, Boeing Vertol, Hughes
Helicopter and Stkorsky. Kaman was making helicopters
and still is for the Navy. Right after Vietnam we were
faced with a major problem of sustalning an industrlial
base to support post-Vietnam requirements and enable us
to keep folks such as design englneers emploved. Those
fellows live In what we call the high rent district of
salaries. They are not directly In support of the
existing fleets, but design future fleets. As a result
thereof, I think It was in 1972, I was asked to take a
very critical 1look at what we needed to do to
perpetuate a warm base for helicopters designed to go

in production and support. That became a major
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exercise and project at AMC and AVYSCOM under the
guidance of a two star general. A couple of things
which came out of this was that there wasn't any doubt
that the helicopter industry was In trouble. At the
height of Vietnam the industry was producing as
follows: 15 Chinooks, 115 Hueys, 35 Cobras, and 50
OH-58s per month. With those production rates
obviously industry was on what we now call 'on a roll",
When we came out of Vietnam, we had more aircraft than
we needed. We had a large stock of high wvalue
compohents and englnes that would not be needed because
we had based our stockage of them upon wartime
requirements. Wartime flying hours at the height of
Vietnam when we clocked 45 hours per aircraft per
month, which consisted of a total of 6,000,000 flying
hours, was drawn down to 1/4 of that or 1.5 mitlion
flying hours almost overnight. So we did not need to
procure alrcraft nor did we need the components so the
whole industrial base was affected. It was decided
that the only way-we could perpetuate the Industrial
base was to put these firms (n the business of
overhauling rather than producing and the firms took
advantage of that. Boeing Vertol was a good example
because it had gotten to the point where they were

below their warm base of sustainment level, What we

212



did was to induct alrcraft in their overhaul line which
sustained a warm base. We were not dealing that much
with Sikorsky until later in '70s when we bought the
Black Hawk, but the other manufacturers were Involved
early on In our efforts to sustain the Industrial base
for helicopters. I remember Jim Atkins, President of
Bell, tecld me that 95 percent of Bell's work was for
the services at the height of the war and not too long
after the war was over, 95 percent of [t became
commercial. That was a traumatic experience. Lesson
learned--1 guess one of the things we need to look at
very critically Is that if we are going to get into an
engagement Iin the future, Is to level off to a degree
If we can and recognize In advance that we must
perpetuate an Industrial base for support and
development of new systems. One of the things the
aviation community found out was that the most critical
commodity is peoplte. Once you lose people, you rarely
get them back. It takes vyears to develop skills in
avliation. You can make brick and mortar and build a

house, but you can't build people.

INTERVIEWER: Before we go on, I would 1lke to hear

your thoughts on lessons learned at the depot level.

213



MR CRIBBINS: In CONUS we were running a two horse

horse race during Vietnam. Number one was supporting
the war In Vietnam and number two supporting the
tralning base at Fort Rucker and cne out at Mineral
Wells, Texas where we dld the primary training for
helicopters. At the depot level, we had one major
organic facility at Corpus Christi Army Depot. We had
a second depot level facillity which was more of a job
shop operation at the New Cumberland Army Depot geared
to support the CH-47, At the beginning of Vietnam, we
had the capability for aircraft maintenance at Sharpe
Army Depot, in Atlanta and some off-shore depot
capability In Europe. By the conclusion of the
Vietnam War we had one organic depot facility which was
Corpus Christl and some other capabilities for
avionics, electronics, armament and mission equlpment
packages. In other words, Atlanta, Sharpe and Europe
were phased down by the end of Vietnam. Later, New
Cumberland Army Depot was phased out and we now have
ohe organle avliatlion facllity. I guess the greatest
Impact of Vietnam was about the time of the TET
Offensive when It became evident that if we were going
to survive and win the war In Vietnam, we had to have
more helicopters. Mr. McNamara Initiated a move toward

Increasting the production of helicopters. This created
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a great strain on the whole Industrial system. Let me
give you some examples. We were producing five
Chinooks a month and we went to 15 practically
overnight; we were producing 65 Hueys a month and we
went to 115 overnight; we were producing 15 Cobras a
month and we went to 35 overnlght. We went so fast
that the critlical item became the engine producticn.
For quite a long time, we would take T-53 engines, and
of course this exacerbated the englne shortage problems
I talked about during the TET Offensive, off the
production Ijne at Beil and put them in a Huey. The
Huey would be run through the production line, flown to
Red River, put in storage, the engine pulled and sent
back into the production 1line so we could keep
production ongoing. We had a Tot of Hueys stored
without engines since they took lTonger to produce than
the ailrcraft did. As wusual, American Iingenuity,
producticn and large scale manufacturing capabllity
came through and succeeded. It succeeded bevond
anything we believed possible., I don't think wé ever
gave the industrial base that much credit because there
has been so much acrimony about the Vietnam conflict.
I think we forget some of the good things that were
done In support of Vietnam regardiess of the outcome of

the Vietnam War. The wonderful things that many
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logisticians did in order to make the system work seem
to go unnoticed. By escalating the industrial base's
production capability, it was tough to phase do@n after
Vietnham. Because that escalatlon lasted for a
relatively short period of time, I think somewhere
between 1967 wuntil 1972, the bottom fell out and we
wound up with too many aircraft and components.' One of
the things that [ pointed out was the fact that we had
more engines, transmissions and other component parts
than we knew what to do with. We came up with a
project called re-coup. We had nearily $200,000,000
worth of engines and components for which we had no
home. When we withdrew from Vietnam, we were still
producing hellcopters that we had ordered two years
befcre. There was hardly any time to gradually reduce
production. Under Project Re-coup, I took a proposal
up through the DCSLOG, the Under Secretary of the Army,
0SD, to Congress to use APA procurements funds for
overhauiing englnes and components and use them as GFE
(Government Furnished Equipment) for new aircraft. It
was approved and we have a couple of Presidential
Management Awards because the net result was a
differential of something like $160,000,000. That was
big money Iin those days. Carolyn has a chart which

shows the differential, and you may have the chart,
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that shows the differential of the cost per aircraft
with Recoup versus the cost without Recoup. The cost
was rather signiflcant when vyou 1look at the
differential of supplying those used engines and the
components which had already seen service In Vletnam.
Since we couldn't get the necessary OMA funds, we used
procurement funds as an investment. There was a
certain amount of trepidation Iin the building
concerning our regquest to use procurement funds to
overhaul items. When we got to the Congress, their
comment was, '"Hey, that's the greatest thing we heard
of. Go to it." I think the lesson learned cverall was
that the same thing was true in World War 1]l where we
experlenced terrific bulld-up of 40 or 50,000 alrcraft
per year and then having to let the bottom drop out of
the program. It is necessary to keep our Industrial
base going. In order to do that, you alsc have to have
in my estimation more contracting for depot level
maintenance toc sustaln manufacturers, We supported
three of them with overhaul programs for a considerable
period of time after Vietnam. The only depot
capability we have ever had for the OV 1 and RV 1 has
been down at Stewart, Florida. We have maintained them
over the years with overhaul programs when we codldn't

sustain them with procurement programs.
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[End Tape €-220 Side 1]

[Begin Tape C-224, Side 1]

INTERVIEWER: Sir, I don't wish to belabor a point, but

do you see the KD Team concept becoming a part of the

Army of Excellence TOEEs?

MR. CRIBBINS: I certainly do. I do believe that the

KD Team concept could play a very critical role in our
overall! concept of llightening the Army. The ngh£ ID
certainly has to be the way to go and that is the way
we'lre going. The questlion is, how 1lght is 1ight
especially when you are talking about sustaining. When
we had the KD teams many years ago, we used them to
supplement organizational malntenance In units that had
aircraft, I'"1) use the H-21 as an example. In the
early days of Vietnam, we had the capablillity to operate
and keep those airg¢raft Iin the air. We didn't have the
capability to maintaln them on the ground. We had to
supplement the H-21 units. For 20 aircraft assigned to
an H-21 11ft unit TOEE, we supplemented it with a KD
team composed of 56 people. The 56 people were by and

large wrench turners backed up by some supply people
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and technlcal Inspectors. We had a hard core of
weapons system maintainers keeping the alrcraft safe,
reliable and maintainable. The difference between
units operating with those KD teams and those without
were llike night and day. The maintalners in the H-21
Companles without KD Teams were In substance service
people. -In Army avliaticn language, they serviced, did
not maintain; they washed windshields, filled gas tanks
and kicked tires. The KD team gave them the
wherewlithal to malntain and sustain operatlons with a
high degree of readliness that could not have been
achleved wlthout them. When the 1st Cavalry Division
was ready to deploy to Vietnam, there was a major
exerclse In the bullding which 1oocked at the
maintenance capablllities of the dlvision to support 400
helicopters and some fixed wing alrcraft. There was a
Mohawk detachment assligned to the 1lst Cav. We, belng
the loglistictians, belleved that we were short-changed
on malntainers In the 1lst Cavalry Divislon. We
belleved that when the divisicn depltoyed to Vietnam, we
were not golng to be able to keep Its aircraft
operating the way they were capable of dolng because of
shortfalls in péople and malntenance capablility. The
l1st Cav at that time was assigned four DS companies for

support of 19 companles and detachments that had
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alrcraft assigned to them. Organizational malntenance
In those units had service personnel rather than true
maintainers. I guess it was In 1969 when the Chief and
the Vice Chief of Staff were convinced that our KD team
concept with its separate units had proved ltself In
Vlietnam. Accordingly, aviation maintenance in the 1lst
Cav Division was reorganized under the KD Team concept.
When we reorganlized, we phased out two of the four
direct support companles. By that tIime, we had removed
the admlnistrative spaces from the KD teams and
Integrated the malntenance capability Intce the
operatlional units., We used the spaces to Integrate
about 70 percent of what was known as direct support
malntenance into the operatlonal units and gave the 1st
Cav Dlvision AVUM which we had already Installed in our
separate operatlicnal aviatlon units in Vietnam. The
real dlfference turned out to be an Increase in
readlness by some 20 percent for alrcraft per month.
In other words, we had been running anywhere from a 55
to 60 percent operaticonal readiness rate In the 1lst
Cav's aircraft. Subsequent to the reorganlzation,
readlness rates Increased to roughly 75 to 80 percent
depending upon the alrcraft system. Importantly, the
Flylhg hours for the 1lst Cav Iincreased by some 25

filying hours per aircraft per month across the board.
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Accardingly, the 101st Alrborne Division now Alr
Assault, was organlized the way the 1lst Cavalry Division
was and is organized that way today. So, the lesscon
tearned Is that the KD team which we eventually
Integrated Into the lst Cav still exists In the 101lst
and certainly showed us the way to go for Army
avliation. I am flrmly convinced that the KD team
concept cculd make a great deal of difference In both
the Army of Excellence and a Light Infantry Dlvision.
in my view, the KD teams could be composed of green
sulters, DACs, contractors or a combination oF-all the
above. I think that [s very Iimportant because the
green sulters and DACs are not readily avalilable nor
are the spaces for those perscnnel. I see no reason
why we couldn't use contractors for that kind of
support. We might want to supplement them with some
green suit or DAC capabillity if we felt that was

needed,

INTERVIEWER: If we were to take the KD team concept a

step further, I belleve there is consideratlon of going
to two levels of malntenance. How would the KD teams

fit Into this malintenance concept?
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Mr. CRIBBINS: Two levels of maintenance, very

simplistically Is the wherewithal to provide enocugh
maintenance capability at the operational unit or user
level to do the on equipment malntenance tc keep an
aircraft safe, rellable and malntalnable over a period
of time. With the KD team concept, let me say that
once we have that sort of capability In an operatlonal
unit, then comes the question of what do you need above
and beyond that? I would suggest that what you need Is
the capabllity te do all the rest that [s needed.
Hence the two leveils of maintenance which says that If
vyou can malintain and sustain your aircraft safely and
reltably at the operatlonal level, then the next level
could very well be depot level. 1[I think that we must
look very carefully at what we are calllng the depot
level. The depot level could be anything that needs
repairing over and above the operatlonal level to
include the Intermediate level of malntenance as it is
known today. This means, however, that we have to
relook our concepts of depots being In CONUS, In my
view, depot Tevel capabillity does not out of necessity
have to be an industrial base. It does have to have
the capablility to do anythlng over and above user
level., A depot level could very easily be off shore and

could be relatively contiguous to the area of
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operations so there isn't any long pipellne. At depot
level, maintenance could be done incrementally with a
forward echelon which would accomplish say about 75
percent of the things that needed dolng with the other
25 percent going back to CONUS. I think the Air Force
had a pretty good system going in what was called the
Queen Bee concept for their alrcraft englnes. Under
the Queen Bee concept which would be analogous to what
I am talking about, there was a Queen Bee unlt off
shore through which all aircraft engines were processed
once they were removed from an alrcraft. That Queen
Bee unlit actually turned arcund 80 percent of the
englnes that came through It and sent them right back
to the user. The other 20 percent went back to CONUS.
In my view, that Queen Bee concept would really be the
of f shore depot turning around 75 to 80 percent of
everything that came its way and the remalnder of the
depot support belng back In CONUS. There may be the
question of whether you are kidding vyourself and
calling an off shore depot an Intermedlate level? No,
because I would say that the depot, in my view, would
belong to the Army Materlel Command and not to the

theater command.

223



INTERVIEWER: Could you visualize under an AMC depot

maintenance umbrella a combinatlon of green sult,
civilian and contract personnel? In other words, a
composite unlt organized along the Queen Bee concept

that was employed by the Alr Force.

Mr. CRIBBINS: Right. There's really a precursor to

this because I understand last year when General Otls
ran into dIfficulty doing his Theater Army Repalr
Programs 1n Eurcpe, General Thompson, then AMC
Commander, agreed that he would plck up responslibillty
for a large part of the repair program right In
theater. That also includes the ERF's (Equipment
Redistrlbution Faclllities) if I remember correctly.
So, the precursor I1s there for dolng this sort of
thilng. It is a case of how you do it. Now a word of
cautlon; that is, when we are talking about the unit
being self sufficlent, we are talking about the unlit
having a very comprehensive diagnestic and prognostic
capabl1lty so that the unnecessary removals and returns
are reduced to the absolute minimum. Also, we then
must have the capablility to have components, engines
and other major reparables readily avallable for
replacement In operatlonal units. Then there Is a need

for dlagnosticians who can be parts changers rather
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than repairers In operational units. Therefore, I
would say that we need an Intermedliate level of supply.
I will differentiate this supply from the second level
of maintenance by saying that we can put In enocugh
diagnostic and prognostlc capabillity at the
Intermediate level of supply to preclude the
unnecessary return of components to the depot. The
operatlional unit with Its high degree of mobillity must
not, of necessity, be encumbered with large pieces of
dlaghostic equipment. However, we are now getting down
to the polint where some of this equipment is In

sultcase form.

INTERVIEWER: You mentioned supply and I believe that

we should tie in supply with transportation. If we are
going to have the kind of system you are proposing, It
seems that alr 1lines of communication would be
critical. The tonnages that have to be moved are going
to be significantly higher. Your thoughts on
Integrating supply, maintenance and transportation in

this kind of operation.

Mr. CRIBBINS: I would suggest that looklng at the cost

of supply plpelines nowadays, It (s absolutely

essentlal that we find a way to do what General Helser
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called "Inventory ih Mot lon." That Is, avold having a
stagnant pile of Inventory any place where we can use
transportation to move high value components and parts
needed for Immediate readlness. I think that over my
many vears, | can go back to Project MASS (Modern Army
Supply System) In Europe in the mid 'S50's. It was a
forerunner to the DSS (Dlirect Support System.) What
this project set out to accomplish was supporting
operational units In Europe dlrectly with parts from
the depots in CONUS. I worked on quite a few of the
pelicy papers when I was in the Army Ordnance Depot tn
Mannhelim. The real difflculty In the project was a
combinatlion of three things. (1) We didn't have a true
alr line of communlcation. (2) Communicatlions were
very limlted compared to what we have now; and (3) the
capablllity of processling requlsitions and doing things
with computers now, we dld not possess then. The most
sophisticated things we had were IBM key punch
machines. We had a manual system supplemented by some
mechanical capabl!itty. Project MASS' fell by the
wayslide because we didn't have the rescurces that exlst
today. I think that with the Global Peositlioning
Systems {(GPS) we will be able to tell exactly where
units are at any time. We should be In 5 much bétter

shape of Implementing dlrect supply support system in
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wartime. One of the hang-ups with the direct supply
support system was the fact that once the requlislition
was forwarded tc CONUS and the part was put in the
system, no matter how fast It was, came the blg
guestion "Where s the requisitioner?'" Where do 1
deliver the item? With a rapidly moving army in
combat, that might create difficultlies which could be
overcome by the use of the GPS which could be able to

tell you where the units are located.

INTERVIEWER: Let's talk for a minute about

modernization. In the decade of the '80's, we fielded
the Black Hawk, the Apache, we contlnued to modernize
the CH-47 and we've Initiated the AHIP and the LHX
programs. The latter two programs have come under
close scrutiny within the defense establlishment and In
Congress. Yet both programs are still alive. Are both

of these programs necessary In your estlImation?

Mr. CRIBBINS: The !tHX at the moment Is allve and

kicking but not quite s¢ strongly as before slnce the
utfiity verslion of the LHX has been deleted from the
program. The program Is in a state of flux, so please
understand that what I say now could be changed later

today or tomorrow. What we are lookling at right now 1Is
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a 1lght armed reconnalssance helicopter that will be an
attack bird as well as an armed reconnaissance scout.
We are talking about a helicopter in the 7,000 or 7,500
range of max gross welght. We are talking about a very
well armed bird that will be less expensive than the
original version of the LHX which kept growing to the
point where It became so expenslive that It was
perceived as belng unaffordable. The AHIP has turned
out tc be an absolutely super alrcraft. I was on the
Source Selectlon Advisory Council for the AHIP and when
we began the source selectlon process, I do believe
that of the two competltors-one belng the OH-58D which
ls the current AHIP and the other being the Hughes
helicopter called the MH-500, the latter would win. As
it turned out, the OH-58D was such a super performer
that we didn't have any dlfflculty in selecting it.
Also, the OH-58D has the great advantage of the mast
mounted slght which wlll help keep it from easily belng
targeted by the enemy. 1 have become convinced over
the years that the way to make a helicopter survivable
in combat s to avold or preclude It from being
targeted by enemy weapons. The Important thing 1s to
avoid getting hit In the first place. When you look at
a hellcopter and its necessity for vislibllity and

lightness, the very nature of the helicopter leads me
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to the analogy that hardening the helicopter agalnst
weapons such as misslles, cannons and heavy caliber
weapons is like hardening a telephone booth. When we
selected the Apache for example, one of the real
drivers In selecting the Hughes blrd which became the
AH-64 was its greater survlvablility because of its high
degree of flexlbllity and very rapld vertical rate of
cllimb. In other words, we were selecting the aircraft
that was less likely to get hit. The bottom line [s we
need both the LHX and the OH-58D.

INTERVIEWER: That leads me to my next question that

concerhs battlefleld sustalmnment and tles finto
survivabillity. In one of your many speeches, you
talked of your concern about getting the logistictan
Involved early in the design of new systems. If the
logistliclian Is Involved early In the 1ife cycle
management process he can Influence that abllity to
sustaln an end item or system once It Is fielded.

Mr. CRIBBINS: I guess I would put it this way. I think

the logistlclan not only has to be Involved in the
early deslgn, he has to be involved In the baslc
requlrement because that Is where the design 1is

derived. As I see it, the loglsticlan needs to be
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consulted and be able to Influence the requlrement to
the degfee that the mission .and threat are fully
recognized as well! as the needs of the user and
operator. Then the loglistician can say, whether he can
support It, With the logistician in that process, when
the weapons system or whatever is being designed, he
becomes an integral bart of the design system toc make
sure that he Influences the design so that It Is not
only supportable, but affordable. In other words, the
words doable and affordable are part of a lexlcon that
we now must live with If we are going toc have a
capable army. I get very concerned about loglsticians
sitting back and letting the user come on l!ine
emphasizing performance and mission requirements and
the Togistlclan subsequently trles to flqure out how he
Is golng to support that weapons system once It is
flelded. As I say, if the logisticlan has part of the
action from the time that the requirement s developed
all the way through, then he has a good opportunity to
make sure that he Is delivering the very best product
that can be delivered In support of the very baslc
requlrements. Please understand, I am not, repeat I am
not, challenging the requlrements. What I am
challenging 1is our capabllity of meeting the

requirement reasonably, affordably and in a timely
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manner. For Instance, when the V-22 first came on
board as a potentlal system we were part of it at that
time. In fact, we were the major part of the V-22
program. We estabiished the fact that the loglistician
would be a deputy to the Project Manager and be on the
same level as the Deputy for Design and Development and
would have as much to say about how that system was

designed, developed and tested as did the engineer.

INTERVIEWER: DIid the loglstician get the same status

in other commodity areas such as in armor, automotlive

or misslle systems, as was given for aviatlion systems?

Mr. CRIBBINS: I would say that for any system whether

it is a tank, whether it is a missile, or a plece of
electronic gear, if a loglsticlan isn't there early on,
I would suggest that we are looklng for trouble
somewhere down the 1lne. Sooner or later, that system
either will be nonsupportable or nonaffordable.

[End Tape C-224, Side 1]

[Begin Tape C-224, Side 21

INTERVIEWER: You wanted to discuss more about shpply

and the costs of maintaining large Inventorles.
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Mr. CRIBBINS: Certalnly one of our most significant

challenges nowadays is the cost of supplles. I was
just working on some statistics. Slnce 1958, the
aircraft fleet has grown from 5,000 to 9,000 In round
figures. The value of that aircraft fleet has grown
from $600 million to $15 billlon; a factor of 25. The
value of the spare parts, repair parts, and I am
talking abocut the wholesale level because I haven't
been able to sort out how much more Is below that
level, has grown In the same time frame from %250
milllon in 1958 to %4 billion in 1988 or a factor of
16. When I look at those numbers, I've got to reallze
that aviation Is an integral, but an awfully expensive
part of the Army. We've got to do everything possible
to reduce those costs. Another thing that drives the
Army's budget Is the operatlons and maintenance cost
which constitute one-third of the total budget. Blig
time. That Is, one third of %79 billion goes Into
operations and support costs,. To the degree that
alrcraft and aviatlion have become so expensive, I would
certalnly say that It Is essentlal that we Intenslively
manage all of these systems that comprise the aviation
fleet. Here agaln, I will say somethlng that I have
said before that I resent and resist the idea that we

have a "stovepipe" because we manage these ltems all
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the way down to the users. It s weapon systems
management or Intensive management of high value
assets. The perception is that the aviation guys are
going off on their own because they manage these ltems
all the way down to user. THIs Is an [11-concelved
perception. We manage them because they are so costly.
If there Is anything that I would leave with you In
this oral history Is the fact that we have got to
recognize the necesslty for keeplng the supply
plpelines down to an absolute minimum. I know I talked
earlier about some of the pipelines In Vietnam and how
we used ailr lines of communicatlion and such. The fact
that we know, or should know If we don't, where each
one of those high value components are -- by serial
number, like a person by name, is important, components
by Tine number, by serfal number, where they are, their
condition whether or not they are Installed, whether
they are serviceable or unserviceable, whether they are
intransit or sitting someplace walting to be moved is
equally Important., I think that 1f we don't know those
things, we cannot chase those Items down and there is
no way that we can afford the program in order to

support the defense of thils country.
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INTERVIEWER: Many logisticlians contend that you can't

manage the Inventory unless yocu know two key things;
the unit that an item is going to and where that item
is at any time during its movement from origln to

destination.

Mr. CRIBBINS: That origin to destinatlion has to be

Just as flexlIble laterally as It is vertically. That
is something that we do not do well at all. In other
words, one unit can have an fitem so critical and
another unit relatively close by may need the i{tem and
not know that the item is available. For those very
high value items, I think the way to go Is to keep them
centrally located so that you can support many units
with them. [ cannot see the potential of placing the
ASL or PLL of some of these high value expenslive [tems
In units rather than putting them on a theater-type
stockage 1ist where they can support many unlts

throughout the theater.

INTERVIEWER: To paraphrase General Gavin who once

said, '"He who plans to fight the Tast war, wlll never
win the next one." What you are saying if ! understand
correctly, that there were a lot of lessons learned

from Vietnam and we should take them and projJect them
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forward since we will not have an enormous amount of

rescurces to prepare us for every contingency. If we
have the capacity to get those things where they are

needed, and turn that loop around a lot sooner, then we
certainly can influence the outcome of battles or

campalgns.

Mr. CRIBBINS: You are exactly right. For example, 1

think I told you that when we went {nto Vietnam we
thought we needed a 13 month engline pipeline. When we
came out of ytetnam, we needed a six month pipeline. 1
am firmly convinced right now that we should be looklng
at a two or three month plpeline with Immedlate
delivery by alir and Jjust take the lessons learned and
proJect them Into the future because In Vietnam, we
were paying less than $100,000 for the majority of the
englnes we had. Now we are paylng $560,000 for the
majority of the alrcraft engines in the Inventory. All
that 1 can say Is that we had better pay five times

x

more attentlon or we won't have them.

INTERVIEWER: Some of the crlitlcs have sald that the

LHX Is Jjust too expensive. Because of the costs of
LHX, I guess we will have to cut back on the number of

alrcraft being fielded. When and If we fleld such an
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expensive alrcraft, do you think we should train

enlisted pllots to fly them? I didn't mean tc wrap
these two together, but first, your thoughts on the
costs associated with developing and fielding the LHX

and then the Issues of enlisted pllots.

Mr. CRIBBINS: We've been talking right along about the

affordability of support. The affordablility of support
Is obviously orlented also to the affordabllity of the
system. There Isn't any doubt that durlng this time of
budget deficits the LHXs has been viewed as too costly
a program that would take tco much of the Army and the
Department of Defense's total obligatlion authority.
But, I am not sure that the LHX Is as costly as It is
viewed. Here, I don't think It Is so much a questlon
of what the LHX cost as much as a questlion of the
affordablil1ity of the LHX program. When we are talklng
of some %60 billlon for the total program while we are
faced with huge budget deficlts, programs such as the
LHX are viewed as being unaffordable. The alrcraft Is
expected to do the job that needs doing. It may be
very cost effective also. We expect to have a
composite aircraft with a mission equlpment package
that will do many, many things that the current systems

will not do. It wlill be highly survivable on the
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battlefleld and thé'attack version will give us a light
bird that could very well replace many of the anti-tank
capablilities rlght now. Interestingly, I noted in the
Washington Post yesterday, that Mr. Ambrose, the Under
Secretary of Army, commented that there is a good
possibility that the tank itself may become a thing of
the past and may not be the most effective tank killer
of the future. That Is still conceptual and subject to
a great deal of debate plus a great deal of study. 1
think there Isn't any doubt about It that the tank, a
67 ton vehicle does create some problems. Whatever the
tank klller of the future wlll be, whether it Is an LHX
11ght attack hellcopter, Apache or some other device,
it must be survivable on the battlefield. Now, that Is
a rather long winded answer to your speciflc question
about the LHX, but as we talk this morning on the 12th
of February, 1688, the LHX program envisions a 1light
attack and an armed reconnaissance scout hellcopter.
Since we are changling some of our views, rather
radically on this program, it Is a blt Inappropriate to

be more speciflc at this time.

INTERVIEWER: I appreclate your candor, S$ir. You did

ralse a question before we get on to the enlisted pllot

issue and that has to do with Under Secretary Ambrose's
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comments In the Washington Post yesterday. The Alr
Force pilots, ['ve heard, are concerned about the
threat of being replaced by remctely plloted vehicles.

(RPVs) Do Army pllots share thls concern?

MR. CRIBBINS: I didn't say this earlier, but a lot of

Mr. Ambrose'! Interview with‘Mr. George Wilson, of the

Washlngton Post, centered on what Mr. Ambrose believed
to be the way of the future which was to avold getting
people killed on the battlefield through the use of

robotlcs and such. Obviously, RPV is one way of dolng
that. I was on the origlnal source selectlion for the
Aquilla which was the RPV that the Army placed a great
deal of stock tn because we thought that It was the way
to go. Unfortunately, the RPV has turned out to be

another one of those programs that did not survive. It
is evidently now belng dropped out of the Army programs
cn the basis of affordabillity and I guess on the baslis
of complexity. I would think that on the kind of Army
battlefield where the Infantryman sti11 has to galin an
advantage, the RPY concept or unmanned aerlal vehicle
(UAVY) has to be something that we need to take full

advantage of to keep our pecple from becoming what In
substance will be Kamlkaze pilots on a highly lethal

battlefleld. I am saylng let us take a critical look at
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RPY and not glive it up on the basis that the Aquilla
was not successful. There Isn't any doubt that
remotely piloted vehicles and robotics are the way of
the future. We need to push the technlical state of the

art to get there as soon as we can.

INTERVIEWER: I would like to hear your thoughts on the

Army's consideratlon of tralning enllisted pilots.

MR. CRIBBINS: This is one of those questlons that If

you ask 24 people, you get 24 views. Mine Is one of
the 24. I would view It this way. I have glven you
some statistics to talk about alrcraft costs rising by
a factor of 25 because of the highly technical
capabllity and complexity of these alrcraft. One thing
I didn't say, which 1s very true of many of our new
alrcraft, especially the attack and survelllance
alrcraft, is that the mission equipment packages in
these aircraft far exceed the cost of the alrcraft
Itself. So, I would summarlize very quickly my feeling
about the enlisted pilots. If the Army is willing to
go out and spend $15 milllon for an Apache, and four or
flve milllon dollars for any other alrcraft that we are
buying, then I flrmly belleve that the Army needs to

face up to the fact that it needs to have pllots who
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are the very best that it can get. I am not
downgrading the potential of enlisted pilots. In my
view, It would be possible to traln enlisted pilots to
fly these aircraft. Then comes the big question once
you have tralned enlisted pilots-how in the world are
you going to keep them unless you make them elther
chief warrant officers or commissioned officers? So,
what | envision is an enlisted man who is SO expensive
to train and becomes so qualified that he rapidly goes
somewhere else to find a career rather than remaln an
enlisted man. Right now, the Alr Force and the Navy
have a horrendous Job of keeping thelr commisslioned
officers in the service because of demands from the
commerclal market where they can earn a better lliving.
How In the world could we retaln enlisted pilots as
such when the other services can't retaln commlssioned

officers because we can’'t pay them enough?

INTERVIEWER: I have to agree, but I think that the

Army's senior leadership is looking for measures to
reduce the offlicer strength. I guess this Is one of
the Inltiatives that may be used to draw down the

officer corps.
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MR. CRIBBINS: This Initlative keeps raising its head

constantly. I can well understand what the problem Is.
We do get a reduction in officers strength and also I
think that part of the problem lles In the basic
concept that we have too many offlcers per enlisted.
Here agaln, go back to your earlier statement about 'He
who looks at the last war Is certalinly goling to lose
the next one." Some of the people In Congress and
elsewhere are comparlng the numbers of offlcers to
enlisted men In today's Army, Alr Force, Navy and
Marine Corps to what went on In the past or compared
with the USSR or other armies. May I suggest that with
the technical competency required to be on the next
battlefleld, that using such ratlos of officers to
enllsted is an Invidious comparlison and really needs a
relook. We In the Army have to suffer from thls. The
leadership of the Army Is forced Into the position at
locking toward enlisted crews for Its alrcraft just to
cope with the fact that we arbitrarlily get told to
reduce a certain number of officers in order to bring
down the ratics of officers to enlisted men. I think
that what 1s not understood is that with today's highly
technical Army, we have arrived at the same place that
the Alr Force and the Navy arrived years ago. That Is,

we have equipment that Is as technically complex In the
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Army as It Is In éhy of the other services. Please, I
hope I am not misunderstood when I say this, because I
know that it Is always and stlll Is the Army's
position, with which I do not argue, the Army equips
men, but the other services man equlipment. May 1
Just suggest one thing? I wlsh that I could somehow
get this over better. The man on the battlefieid s
golng to be a casualty wlithout highly technical
equipment. We must be able tc equip men which Is the
very basic¢c tenant of the Army and we also must be able

to man equipment.

INTERVIEWER: Slince we are dlscussing "the man", let's

talk about the pecple In the aviation logistics
business. Several years ago, the Aviatlon Branch was
establlshed. I believe at that tlme there was a great
deal of concern particularly from the aviation
logistics communlty as to whether or not the offlcers
who were previously part of the Transportation Corps
were golng to survive In the aviatioh business. In
your view, has the transitlon worked well for the

aviation loglistlcian?

MR. CRIBBINS: At the moment, the answer Is no. We are

very concerned about that. There Is a malJor study
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ongoing right now which 1's headed by Brigadier General
Don Williamson, one of the alumnus of this offlice. He
is Deputy Commander of AVSCOM. It is an unhusual study.
It Is a study for which the DA DCSLOG !s the proponent.
It is a TRADOC study done by a AMC General but It cuts
across all MACOMs. Don Willlamson Is a terrific guy
and one of the flinest young general officers In the
Army. RIlight now, two of the major Issues in that study
are what are we golng to do with the 15 Tango or Delta
aviation logistlcs offlicers, whichever they are called
at the moment, and who Is geolng to be proponent for
avliation logistics? The question of proponency l1les
between the Logistics Center and Avliation Center. The
questlion of career potential Is-where do these people
have a potentlal? Do they have potential wlth other
speclalties In the logistics field such as Specialty
Code 91, (Maintenance), 92 (Supply) since they are
logisticlans or do they now have an additional
speclalty In avlatlon such as a 15 Alpha or combat arms
aviator or all the above? That also could be a
possible solution while It may be viewed by others as
giving them an unfalr advantage. We have had slix
generals out of this small offlce compared toc others in
the building and just about every projJect manager for

aviatlon systems. Many of these people have even
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commanded combat arms units. Since they are basically
avliators and avlation is a member of the combined arms
team, I see no reason why a person who is an aviation
logisticlan could not command a combat arms unit If he

Is adequately trained for It and given the opportunity.

INTERVIEWER: There Is something else that vyou are

Involved in Is called the LOGAMP. I belleve that Is
the Logistic and Acquisition Management Program for

Clviltans. What role do you play in this program?

MR. CRIBBINS: I had this card which I prepared and 1

pulled It out so it is appropriate because LOGAMP,
Loglstlc and Acqulsition Management Program was one of
the things I wanted to discuss. I wear twoc hats In the
bullding for the DCSLO0G. I am one of two general
officer-level Individuals in ODCSLOG who reports
directly to the DCSLOG. Of course, the DCSLOG has an
exec who's a promotable colonel that reports directly.
In one capaclty, 1 am a Special Assistant to the
DPCSLOG. I will talk about a couple of things that 1
do. I hope this doesn't scund self-serving, but It
happens that I've been here for a long time. I have
had the advantage of being a combat arms soldler and a

lToglstictan in the field for many years. Having spent
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almost 22 years out of a career going on 48 years in
the Washington area and In the Pentagon, ! guess that
It's the ftnstitutional memory, which In my case I not
only know where the bodlies are buriled, but In most
cases I know who the undertakers were. 1 act as the
DCSLOG's eyes and his ears since some of the things
that he is very interested Tn he does not have the tlime
to pursue to the degree that he would like to. 1 would
emphasize something, and this has been true of every
DCSLOG and especlally true of General Ross with whom I
am worklng right now, [ act as his eyes and ears with
Immedlate feedback to him. He Is the one responsible
and he does not dlvest himself of any of that
responsibillity. In the capacity of Special Assistant,
I will talk first of the Loglstics and Acqulisltion
Management Program for clvilians. In looking at
ODCSLOG over the years, we are In some ways unusual in
our mix of millitary versus clvilians. We have iIn
ODCSLOG about one civilian for every military or vice
versa. Thls is great for continulty and balance, but
there are potential problems only In the sense of the
drive toward the civillan contlnuity and what a
clvlillan does versus what a soldlier does. As recently
as yesterday morning In talklng to hew members of

ODCSLOG at an orientation, 1 suggested to the military
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to piease be understanding of the civillan work force
here. "As you come Iin here for three to four years,
you are heading out and up and you know you are only
going to be here three or four years. You can do all
sorts of things 1like working long hours every day
pursuling many of the things you know you want to do
while you are here. That Is great. 1 would certainly
encourage It but when you are putting In these 14, 16,
18 hour days, and flgure that this is all part of the
business of a military career, remember a couple of
very baslic things. After 20 years, you can retlire.
You wlll be in this bullding not more than four vears.
Your civillan counterpart who Is Just as responsive as
you and Jjust as responsible as you are, probably In
equivaltent grade, cannot retire In 20 vears. They can
only retire at age 55 with somethlng 1ike 380 years If
they want to get full beneflts. In that 20 to 30 years
that they will be llving here In this building, if they
put In 14 or 16 hour days on a contlnulng basls, they
will certalnly not have much of a home 1I1fe or any
other life. Please be understanding of one another.
You clviltans, understand this. When that officer
leaves here, he may go on a short tour without his
family. If there Is a war, he Is golng to be out there

flghting the war with all the hazards that go with it.
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He 1s going to be subjected to transfers at a moments
notice any place; something that doesn't happen to you.
He must be completely mobile. We have a saylng In the
military, "Tell your wife, don't hang the curtatns
honey because the moment you do I am going to get
orders. | said, "Now be understanding on both sldes
of this.™ I think this Is very Important. As a result
of looking at some of this, one of the things that 1
really felt I needed to do was to make the clvilians
more competlitive with the military on a one for one
basis. A good part of the problem with the clvilian
pregrams is that the civilians really had a telescopic
career field. A supply person remalned a supply
person, a maintenance person remalned a malntenance
perscon and the transporter stayed a transporter. When
these people work In the Pentagon wlith thelir military
counterparts who are broadly tralned across the board,
they are not competitive with them. They should have
been trained from a view point of belng responsive to
the needs of thls wonderful business of logistics and
of contlnulity. For example, clvilians worklng In
malntenance could be gliven an opportunity to learn
supply. Those In supply could learn transportatlion and
so on. Back about slx years ago, we took a look'at it

and put together a program. I was the proponent for
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the program that was called CAPSTONE. I had Mr, BIi11
Henne, who was the Deputy at LEA In New Cumberland,
head up a working group. In CAPSTONE, we looked at
supply, maintenance and transportation with the idea of
multi-functlional training for clvillans. By the time
we had finished the study some four years ago, AMC was
concurrently looking at takling the mllitary acquisition
management program for millitary and making a program
for clvillans. We got together with AMC and developed
a program which we now call the Loglistics and
Acquisitlon Management Program (LOGAMP).

[End Tape €-224, Side 2]

[Begin Tape C-225, Side 1]

MR. CRIBBINS: Right now, we have a logfistics and

acquisition management program with six career fieids;
supply, malntenance, transportation, contracting and
acquisltion, quality and rellability assurance,
englneers and sclientlists (non-constructlion). When we
look at this In totality, we have grades GS-12, which
we brought on board Just this past year, through GS-15.
These people are selected very carefully by a LOGAMP

board based on thelr qualiflcatlons. They have to
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agree to certaln things when they enter the program.
It takes about two to three vears to beccome certifled
In LOGAMP with multi-functional or dual-tracked skllls.
In other words, a loglistician in supply, malntenance or
transportation would dual track as quality assurance,
contract an acqulisltion engineer/scientist. We find
that this program has become a real wlnner. For
example, I recently received a memorandum from Mr.
Costello who Is the Department of Defense Acquisition
Executive pointing out that LOGAMP is a flne program
for training civilians., LOGAMP also became the program
that was the prototype for the new Army Civilian
Tralning and Educatlion Development program called
ACTEDS by DPCSPER. So LLOGAMP ls now well on the way and
going great. General Ross has been a great supporter.
He was part of the Initlaticon of the program here when
he was Director of Transportatlon, Energy and Troop
Support, DA ODCSLOG. When he became Chlef of Staff
over in the Army Materiel Command, he supported the
program greatl!y. The three proponents for the program
were the DCSLOG, the DCSPER and the Commander of the
Army Materiel Command. So, now as the DCSLOG, Genera)l
Ross Is one of the proponents for this program. We are
really pushlng thls., We intend to keep it alive and

well, It Is dolng very well at the moment. The
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civillan work force greatly appreclates the opportunity
to get the same sort of training that the military

does.

INTERVIEWER: Does LOGAMP pertaln to clvilians who work

in logistics throughout the Department of the Army?

MR. CRIBBINS: Yes, It affects civillans across the

Army. Now, AMC has the largest percentage {(about 75
percent) of these clvilians In grade levels 12 to 15,
but LOGAMP !s in every MACOM, Ms.Melinda S. Darby Is
our executive agent for LOGAMP. We have a DA Board and
I am co-chalir for that board with Mr. Dick Heinbach who
Is the Asslstant Deputy to General Hlssong, Deputy for
Readiness over at AMC. Mr. Bob Black, AMC, Mr. Joe
Galbralth who is the civilian personnel chief in the
Army Personnel Agency, and Ms. Marle Acton, who is the
Deputy for Resources In AMC are members of the board.
The board establlshes the criterla for the LOGAMP.
Programs are run by the executlve agent on a day-to-day
basis with the help of a capable staff. Ms. Darby has

done a super Job with thls program.

INTERVIEWER: 1 want to cover something that I feel Is

everybody's business. You can't talk aviatlion or the
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Army for that matter without talking about safety. I
betieve that you have been Involved in some of the

recent initlatives to enhance aviation safety.

MR. CRIBBINS: I guess General Wickham put It better

than anyone when he came on board as the Chief of
Staff. 1I've know General Wickham since he was a young
field grade offlcer working for General Harold XK.
Johnson when the latter was Chief of Staff between
1964-68. When General Wlckham was CINC UNC in Korea,
Colonel Parker, now Major General Parker down at the
Aviation Center reported to General Wickham. General
Wickham turned to Colonel Parker and said, "Colonel
Parker, who Is the safety officer in Eighth US Army In
Korea?" Colonel Parker started to turn and polnt to
his safety guy in the aviatlion group. General Wickham
sald, "Colonel Parker, you are looking at the safety
offlcer. It Is me." I think I would say without
qualification that the safety officer of the US Army
when General Wickham was here was the Chief of Staff of
the Army. With his great interest In safety, quite a
few things were done here durlng the perlod of 1983-87
during which time he was the Chlef of Staff. For
example, we have a Crisls Actlon Team in the bullding.

The Crisis Actlon Team has general offlicer level
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proponents from eaéh one of the major staff elements as
well as the Commander of the Safety Center. Anytime
that a question arises about safety, that requires
across the board coordination, the Crisis Action Team
meets and then makes recommendations to the Chief of
Staff of the Army as to whether we should ground an
alrcraft or ground equipment supporting an airéraft 1f
there Is safety involved. It has worked very well even
though we had to recommend a ccuple of decisions before
they were completely staffed. This does not mean that
In any way shape or form that we delay the grounding of
the system while we go through a bureaucratic staffing
process. For example, General Eckelbarger, currently
the ADCSPER 1s the DCSPER's representative on the
Crisis Action Team. General Eckelbarger and I sat here
with the other members of the team and put In a
conference call to the appropriate members of the
Safety Center and Aviation Center at Fort Rucker and to
the Aviatlon Systems Command In St. Louis. We made a
determination as to the grounding of an aircraft system
within an hour's conference call. We then presented
recommendatlions to the Vice Chlef of Staff. So you can
see, we have an Instantaneous means for takling care of
safety issues. This Is very impertant because-the

safety program of the Army has become a terrific driver
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cf what we do. We are succeedling In lowerlng the
accident rates in the Army to the lowest ever. For
example, in 1986, the aviation accldent rate was 1.98
per 100,000 hours and in 1987, it was even lower.
Accident rates have been lowered across the board. As
Speclal Assistant for the DCSLOG, I am now Chairman of
the Crisis Actlon Team which handles all safety lssues
for the ARSTAF. We have Just changed the name of this
Committee to "Army Safety Actlon Team" (ASAT). This
wlll entall broader responsibilitles In addressing
safety and do what is necessary for safety of alt

people and equipment In the Army.

INTERVIEWER: As [ sit in your offlce and I see the

symbols of excellence that you have received over the
past 48 years of distingulshed service as a soldier and
now as an executlve withln the Department of Army, I
would 1lke to hear your comments on the skills and
abllitlies that you feel one needs to be a successful

loglstlcian such as yourself.

MR. CRIBBINS: 1 c¢ould answer that In two parts.

SImplistically up front 1 will try to answer vyour
question as well as 1 can. Then 1 would like to

elaborate a 1ittle bit on some of the things that 1
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believe in. I have had the greatest good fortune that
can happen to one. This greatest fortune of all was
back in 1944 when I was 1n the Philippines and in
walked cne of the first WAAC officers I had ever seen
In those days. I happened to be the key person In
General MacArthur's headguarters whom one needed to see
to get a priority for flying on our Intra-theater alr
iines. This young lieutenant sald her name was Helen
Whitbeck and she wanted to see Captain Cribblins because
I could get her to Manlila. As 1 sald before, she
eventually did get to Manila where I courted her until
[ left the theater In September 1945, We got tocgether
in the States when Helen got home, 1 belleve In
November 1945. We were married February 8, 1946, and
on February 8, 1988, Helen and 1 celebrated our u42nd
anniversary. If there Is anyone whom I would give
credit to for whatever I have done in life, I give it
to Helen. She certainly has made the dlfference.
Helen married an uneducated, ex-steeplechase Jjockey and
whatever I have to offer as a person, to this Job, and
to my career in the Army, I could not have done without
Helen. If there Is anything that 1 have found out over
the years, there are no genluses around here especially
this fellow who Is talking. But, a Qreat advantage

that I have had over the last 28 or 29 years and nearly
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48 with the Army, has been continuity and the ability
to get things done that one can't get done in a single
asslgnment no matter what level the person is. With
that contlinulty, I've had the opportunity of having
blue ribbon offlcers in thils offlce and sort of a
standing room only line of people who would like to
come to work here. My guldance Is that when an officer
arrives, as soon as they can, I tell them to get on
board, find out what he/she Is to do and how to do It.
I have a great deal of patience with sins of
commission. | I don't like slins of omission, but
regardless of that, once they get their feet on the
ground, they are on thelr own. I1f they hit a home run
or a run batted In, that Is their thing. If they hit
Into a double play or a strike out, that is what I get
pald for and I turn them loose and lTet them have at It.
I find that these blue ribbon officers really produce
mightily. The other thing Is that I keep an open door
all of the time. They always have access to me since I
do not use a deputy in this small offlce. What I do Is
to aliow them complete access to me anytime they need
it. ! do not try to lead them around by the hand. In
fact, I don't even go with them unless they need me no
matter what level they are talking to. For example, I

don't hesitate to send one of these actlon officers to
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answer a question from the Secretary, the Chlef of
Staff or Vice Chief of Staff of the Army. I don't do
any prompting. I just ask that I am not surprised.
About the only contract that we have Is that I have
asked them "Please don't let me get surprised on things
that I should know-otherwise, you are on your own." I
find that in that light, one becomes a perceptive hero
and If 1 have any awards, all I can say Is that the
awards probably belong to the people out there who get
the things done because 1 guess whatever value 1 have
been to the Army has been principally as a catalyst.

I am a pretty good Iinnovator. I guess with that, we
are backed up with people here -- that makes a
difference, and here Is the prime example. There is a
young lady who has been with me now for over 24 vyears.
Her name [s Carolyn Chapman. She was flrst assigned to
me as a secretary when I was still In un!form. She
stayed with me from about 1963 or 64 until I retired In
1966. When I came back as a civillan, as soon as I
could get Carolyn back, I did. Now, she has been with
me abﬁut 24 years. She turned down promotion offers
and lateral transfer offers which were really
attractive. 11 tried to assure her that I would support
her wherever she wanted to be transferred because she

was so loyvyal and competent that I could do nothlng
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except hope that she would have the best of all worlds
in her professlional 1ife. One time, for example, there
was an arbltrary cut In grades and Carolyn had to take
che. She was able to retain her pay level for two
years. In that time, I tried to convince her to go
find herself a job which she could have very easily
done elsewhere In other agencies In the Army or In the
other services. She said no, she wanted to stick It
out and stay with Army Avlation.. We managed to get
her grade and pay back. That kind of loyalty and
dedicatlon Is one-of-a-kind. Since that time, she had
learned and earned her way out of the secretarial fleld
into a full fledged action officer. Caroclyn Chapman
acts as a guide post for al! the young offlcers coming
in here and she is looked upon and has become '""MOM" to
all of them. She certainly has become greatly
respected and highly regarded throughout the Army

Aviation program.

INTERVIEWER: Let's take a look at some of your other

Iinterests. I understand that vyou are Intimately
Involved with Quad A, the Army Aviatlion Assocliation of
America. Could you taik about your responsibilities

and duties assoclated with this organlzatlon?
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MR. CRIBBINS: I am Vice President and Natlonal! Board

Member of Quad A. But before I go on, let me address a
couple of the other things I do as a Special Assistant
to the DCSLOG which may have led to the perceptlion that
I do a lot of things. 1 représent the DCSLOG with the
Army Science board and we have had in the last five
vears three major logistlics studies for the Army
Sclence Board which have helped greatly. I am a member
of the Federal Executive Board where we select
clivlllians for tralning. This has been a big help
because we have been able to emphasize the necessity
for clvilians to receive training and to make sure that
there are logisticlans who get training as well. I am
the chair of a Military/Civilian Advisory Commlttee.
That 1s a ODCSLOG Committee whereln we get people from
each one of the directorates and offlces In ODCSLOG
together once a quarter and tell It Tlke It i{s. We
make sure that we know what [s going on. Here again, I
act as the eyes and ears for the DCSLOG. It gives him
a good sounding board to find out how the people in
DCSLOG feel. I am also on the General Offlcers Board
called Career Program Policy Committee for the new Army
Management Staff College for civilians which Is now in
being and has run Its pilot course and Is about to run

its second one thls vyear. 1 sat In on a meeting
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vesterday of the civillan proponent management
sub-committee, In this group, we toock at civilian
career programs for the total Army civilian population.
I trust that thls Is of some asslstance to the DCSLOG,
It has certainly broadened my background and my
experience and glven me a lot of the things to do which
I find very Interesting and which are of major

importance to the Army.

INTERVIEWER: WI11l the Army's Staff Management College

traln offlcers as well as clvillans?

MR. CRIBBINS: It Is princlpally for civilians,but in

the pilot course, they had 50 people, 42 of whom were
civitlans and efght whc were military. The reason for
having the milltary In there was to give a war flighting
flavor to the course Itself which would not normally
be, but after all, war flghting capability and
deterrence Is what the Army Is all about. The eight
millitary were all graduates of the Command and Genera!l
Staff College., The next course should have the same
number of people. We hope to broaden thls course
beyond 1988 and 1989, Right now, we still are looklng
at '88 for a 50 person course with 42 clviltans and

elght military. In 1989, I asked vesterday If the
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pollcy committee would look critically at the potential
for decreaslng a coupie of military as advisors and
increase the number of civilians attending each course
because thils is the clvillan verslon of the Command
General Staff College. It is important that we have as
many civilians attend as we can,and with our budgets
reduced ‘rather drastically in '88 and '8%9, we may be
unable to have our goal of about 300 clvilians per vear
tralned. We are now looking at the potential of
probably a maximum of three courses which would glve us

50 people per course over the next several years.

INTERVIEWER: Would you tell me a bit more about your

role and responsibllities In Quad A?

MR. CRIBBINS: Yes, I've been a member of the Army

Aviation Assoclatlion for many years. This is a super
assoclation which supports Army Avlation Programs and
st111 keeps its Identity separate from the Army.
Therefore, it has the freedom of expresslon and stl1]
supports Army aviation. For the last three years 1
have been the Vice President as well as a member of the
National Board. This last month, at a Natlonal Board
Meeting, I was asked If I would conslider being

nominated for the next three vyears. I sald that f I
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could be of service | would do so. 1 am also a member
of the Awards Board. I find that to be a help because
each year we plck the Army Aviator of the Year, the EM
of the ?ear, the DAC of the Year, and the Safety Person
of the Year. I know a lot of people in aviation and in
my capacity as an actlive duty member of the Army
aviation program, I find It most helpful to see that
people get recognized who we know have done a great job

for the Army.

INTERVIEWER: What changes do you envision In the

Aviation Logistics business? Specifically, what do you
see happening to the Aviation Loglstics Offlce in

CDCSLOG?

MR. CRIBBINS: Well, I would trust that in some form

this function would remain, I would think that It
would be an awful shame after all that we have Invested
over the years If this office, as It Is constlituted,
were to go down the drain. I am a flrm bellever that
there isn't any one who is Indispensable. 1 am among
those. I bellieve that it is absolutely essenttial

that wé recognize that thls offlce has a very Important
Job to do In the Army. I know that the current DCSLOG

does. I also belleve the DA staff recognizes that, and
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I certainly know the Commander of AVSCOM, Major General
Stephenson recognlizes that. So, lockling to the future,
I have not thought about retiring mainly because I have
-enjoyed doling what I am doing too much to think about
retiring. I also recognize that we are all mortal.
Therefore, 1 would say that 1 think it Is very
Important that we 1look to the future. I am not sure
how to answer your gquestion, Colonel Proctor, as to
what will happen to the Offlce when I retire. I am not
looking forward to retirement, but I recognize that
sooner or later, It [s going to happen. I trust that
it will be later. Certainly I want to serve throughout
General Ross's tenure as the DCSLOG. That 1s what I am

planning on dolng.

INTERVIEWER: Sir, let me butt in. I understand that my

last gquestion Is not an easy one to answer, but I think
it Is Important for you to convey your thoughts having
served the Army dutifully for all of these years. Your

theocughts are Iimportant.

MR. CRIBBINS: Lookling at how critical General Offlicer

and Senior Executive Service (SES) spaces are, I don't
know how the Army Is golng to treat my position when 1!

lTeave. For example, when General Engler was the
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DCSLOG, he traded a brigadlier general slot in order to
get a super grade position because of cut-backs. I
have occupfed that position for 19 years. I have
actually been In this position since January '67 or 21
vyears. Now comes the blig queStion, will the Army ante
up an SES or a general offlcer to replace me? 1 guess
that Is one of the problems In talking about an SES. I
had the great advantage of belng a combat arms offlcer
who had been assoclated with aviatlion. I have worked in
aviatlion for a long tlime. I have served 1n General
MacArthur's Headquarters and I've worked In the
headquarters out In the Far East durlng both World War
Il and the Korean War. Further, I served in a major
Army depot and an inventory contrcl center In Europe.
I came In here by virtue of my background and
experience. S0 I was pretty well qualified for this
Jjob, I would say that ohe of the difficult things is
golng to be finding a replacement. Obviously, there
are people out there In whom I have confidence, who
could walk In here and do this Job. However, they are
elther colonels or generals still on active duty. I
don't know off hand of any clvitlan with the
quallflicatlions across the board mainly because the
civillan that cne would be looking for 1s someone with

a military career In avlatlon who has become a
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civilian. Now, with the problems of being unable to
collect beyond a certain level of pay, may not be
attractlive for a colonel or a general to become a clvil
servant unless they have Independent means and just
want to do the job for the fun of It.

[End Tape €-225, Side 1]

[BegIn Tape C-225, Side 2]

MR. CRIBBINS: Ideally, I would 1lke an alumnus of this

offlce to become my replacement and preferably a
general officer because I think there isn't any doubt
that It would make a 1ot of dlfference In perpetuating
the things that we have done. 1 think that the
probability of getting an SES In here would be much
less than a general because of the qualiflications
needed and the problem of the cash flow for an SES who
had retlired from the military. I can't plcture an SES
coming in here and doing the kind of job needed without
the proper quallflcations and background. As a fail
back, I would say that maybe General Stephenson and 1
need to talk about thls. One might look at the
posslbllity of having a very flne colonel come Iin here
for a four year tour similar to a project manager

backed up by a GM-15 for continulty. I think that
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might work very well. That may scund self-sefving In
that Cribbins is saylng that he needs two people to
replace him. I don't think that is the answer. I
think the real probfem s getting one person in here,.
If we can get one person in here who can do the Jjob,
that would be great. The problem, as 1 see it, is that
this office operates at a hligh level within the Army
and I report directly to the DCSLOG. I would say that
the broad range of things that are done here will
certainly not be continued unless we get someone In
here that tbe DCSLOG can look to as his avliatlon guy.
If the DCSLOG wishes to perpetuate the role of the
special asslstant, that would be another factor to
consider. 1 had the advantage of beling here and having
served here so long, It Is going to be a tough Jjob to
find the right kind of person. As I sald, without
hesitation, I could find a small number of colonels or
brigadier generals that could come In here and run this
office without any difflculty.

[End Tape C-225, Side 2] '

[Begin Tape €-226, Side 1]
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INTERVIEWER: You ralsed the 1Issue earlier of on

condition malntenance. I believe vyou wanted to

elaborate on its importance.

MR CRIBBINS: I do belleve that there are

misunderstandings about on conditioned maintenance.
Maybe I can clarify It by talking in layman's terms.
There are really three kinds of maintenance that we
recognize. One being "hard time" malntenance wherein
we have times between overhaul or finite 1ife between
overhaul or even finlte life untll! disposal and that is
known as "hard time'" malintenance, There 1Is 'on
conditioned" malntenance which Is the malntenance that
you schedule specifically. When you do the scheduled
inspections, you only do that maintenance that 1is
needed. Then there is '"condition monitoring™
malntenance, which is purely assoclated with monltoring
the status of an ltem or materlel. It Is Important to
note that the conditlon monitoring concept can onily be
used when safety is not Involved or you are not
concerned about safety or reliabllity and when you can
visually inspect. Let me give you a for Instance., If
at every 10,000 mlles, regardless of conditlon ycu
change all the spark plugs on your automobile, that is

a "hard time" maintenance concept. That says that
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regardless of cond}tlon, every 10,000 miles the spark
piugs will be changed. If conversely, you Inspect at
10,000 miles and during that Iinspection, you decide
whilch spark plugs need replacing, which need cleaning,
re-~adjusting or which ones may not need anything done
that is "on condition" malntenance. Conversely, for
"condition monitoring" you would merely walt until such
time that the performance of the car started decreasing
or began knocking like the anvil chorus, in which case
the spark plugs would be removed, replaced, cleaned or
whatever. Now there always appears to be a
misunderstanding that Yon conditlion'” malntenance means
that you don't do anything until something goes wrong.
That Is Iincorrect. There Is timing of inspections to
make sure that you spot something going wrong before it
happens. The real thrust Is that you do not have a
"hard time" for removal or retirement. What you do
have is a hard time for Inspections with maintenance
belng done as needed rather than very specifically
doing it regardless of need. I think this 1s very
important because, as | say, there has been a lot of
misunderstanding about what "on conditlion” maintenance

really is.
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INTERVIEWER: There have been comments made about the

rellability of the Black Hawk as a result of the
accldent that occurred at Fort Campbell, Kentucky
recently. I take It that the critics of the Black Hawk
will at times make dlsparaging remarks about a weapon
system when such unfortunate Incldents occur. I‘would
11ke to get your thoughts, because in the military
communlity, the Black Hawk is consldered a superb

alrcraft.

MR CRIBBINS: First on the accident, Peet, there has

been absolutely no Indicatlon of materiel, maintenance
or other fallure. The unfortunate accident In which 17
people were kllled when two alrcraft collided is stil1
under investigation. There was absolutely mo lack of
reliablility or any problems with the Black Hawk as a
result of that accldent investigation and that Is about
as far as 1 can comment on the Investigation. As to
your second point concerning the reliabllity of the
Bliack Hawk, you know I have been around a long, long
time and have been looking at the Black Hawk since It
was first flelded In October 1978. 1 really belleve
that the Black Hawk has been as reliable as any system
that I have seen flelded during my time with the Army

and that goes back a long, long way -- well, like to
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the 1940s, During that time, as you know, I have
progressed from horses into infantry and then into
aviation. I have seen three wars and a Ilot of
incidents, I think the Black Hawk has developed a
reputation in the media through the fact that we have
recognized probtems up front and flxed them before they
got out of hand. I think that sometimes with new
systems, we have not always recognlzed the problems
that we are faced with. I would call them Infant
mortality problems. That 1Is, malintainability or
retiabllity problems crop up from time to time In any
new system. We have been very open minded and above
board on the Black Hawk In publicizlng the problems as
well as flxes with the Black Hawk. Accordingly, it
appears that the medla has come up with a perception
that the Black Hawk is an unreliable aircraft.
Further, in the last three to four years we have
developed a program we call the Flight Safety Parts
Program. That program tests every part that could cause
a critical fallure or catastrophic accident from the
very basic design through productlion and utilizatlon In
the fleld. It is tested and retested. We work with
Industry, the prime manuFactures, the vendors, the
subvendors, our own people, the people In the fleld and

we chase down every one of those parts to make sure
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they are going to be rellable and safe for operation as
well as being malntalnable for use In the fleld. Now,
when one does this up front, then there is apt to be
the perception that when you find that one of these
parts needs fixing, what you have Is an unreliable
system. Nothing could be further from the truth. What
we are really dolng 1s making sure that the Black Hawk
will remaln the reliable system that it is. In my
estImation, certainly It is both a rellable, and a very
safe system, 1 think also there Is the perception
somehow thag the Black Hawk Is nothing but a blg Huey,.
Nothing could be further from the truth. The Black
Hawk Is a state of the art utility hellcopter capable
of dolng many, many things. The Black Hawk runs
somewhere between four and four and one-half mlllion
dollars per aircraft. The single 565,000 engine In the
Huey does not equate to the two 5500,000 engines in the
Black Hawk. In summary, 1 belleve and I would firmly
stand by this, that the Black Hawk Is an exceptionally
safe, rellable, and maintainable alrcraft and we are

making certaln that It remains Just that.

INTERVIEWER: I am glad you pointed out your proactive

approach of dealing with the Black Hawk's reliability.
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MR CRIBBINS: Someday I'11l give you an analogy and it

is worth glving, because It Is part of history now. At
the time of the Cuban crisis, the 2d Armored valslon
was alefted to move from For; Hood to the east coast In
preparatlon for the Cuban crisis. I'T! use names
because they are a matter of record. General Ralph
Haines, later Vice Chlef of Staff of the Army, was the
Division Commander. General Halnes quite properly
grounded his alrcraft fleet. In those days, the
division had efther OH-13 or OH-58s and iIf he had
larger hellcopters, they would have been CH-34s. At
any rate, he grounded the whole division fleet. As a
result of grounding the fleet and putting them through
a perlodic Inspection, he turned up a lot of things
that were wrong with those alrcraft. As a result of
that, In loccking at the fleet, our Inspectors from
outside and I belleve 1t was the GAO, but [ am not dead
certaln about thls, took a Took at the fleet and made
the comment that so many things had been found during
that Inspection that the fleet was unrellable because
It had not been properly malntained. This was an
Interesting observatlon. I think in Justice to
whomever did the inspection, [t was a reasonable
assumption that slnce some of these alrcraft had been

inspected a very few flying hours before that they all
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should have been In relatively perfect condition uniess
they were due for the next cne hundred hcur Iinspection,
which was our perliodic In those days. Well, I was
given the action here to take a 1look at the
reasonableness of these findings. I did. I took a
very critical ]ook at 1t, I knew what had happened. I
think the real diffliculty was the lack of communication
between the peopie who were Inspecting, and those who
were being Inspected. I had to testify over on the
Hi1ll on this matter to the House Appropriation
Committee. I told the committee that I could
understand why the Inspectors arrived at that
concluslion, but 1t was not a correct conclusion and
they should have been told why not . I said that our
hundred hour Inspections were geared to make sure that
the alrcraft would operate safely until the next
Inspectlon Interval of one hundred hours. That's the
way we had geared our Inspectlon intervals. It was
based upon the very best engineering Informatlion and
growth of demand data and experlence -with the system,
modernization, modifications and all the rest of those
things had gone In to help establish the Intervals.
However, what they had to recognhlze was that if an
alrcraft were inspected today, passed inspectioﬁ and

subsequently had flown for two hours, it might very
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well have generated some faults that would have been
found after the hundred hour inspection, Those faults
were the kInd.oF faults that would have not in any way
Impacted adversely upon safety until the next hundred
hour inspection. As a result of this, we closed the
book on the inspectlon and there was nothing further
done about It. There was a satisfactory conclusion, I
do believe, because I think for the first time that
some of the pecple who had not been assoctated with our
malntenance concepts understood how these inspectlon
intervals worked. The analogy here Is, again Just like
the Black Hawk, 1f you go locking for something, you
will find it and that Is exactly what we have been
doing with the Black Hawk with the Flight Safety Parts
and aill the other things. We have been findling a lot
of thlngs before they cause something unfortunate to
happen and we have not hesitated to publiclize the
things that we have found. When we have found things,
we In turn have done something about It. But, what it
means 1s that we have kept a safe, reliable aircraft
and as I say, it was really analgous to what happened
during the Cuban c¢risls some 28 years ago when we
Inspected the fleet and found that there were problems

Immedlately after an Inspectlion. Surely, vyou would
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expect to find them, but you wouldn't find them unless
vyou open the alrcraft up to look for them.

[End Tape C-226, Side 1]

[Begin Tape C-226, Side 21

INTERVIEWER: Recently, one of your mentors, General

Frank Besson,was recognized by having a logistics
support vessel commissloned in hils honor. Did you

attend that ceremony?

MR. CRIBBINS: I was there. I wouldn't have missed that

for anythlng. Also, something else about General
Besson. Yes, he was a mentor of mine. He brought me
Into Washington in 1959 when I came from Europe. He
gave me a dlvision when he was Director of
Transportation. When he became Commander of the Army
Materlel Command and 1 was asked to come to the
Pentagon, he asked me if I would consider doing that.
He sald he needed a friend over here and I came here.
1 remalned very close to him whlle he was In the
Pentagon and while he was commander of the Army
Materiel Command. As a matter of fact, General Dlck

Stephenson, who Is now Commander of AVSCOM, was hls
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military aide and assistant in those days. Believe me,
he was a lot more than a military aide because he was
one of the best action officers over in T7 and the Army
Materiel Command In those days. I felt very close to
General Besson who was without a doubt one of the super
people of all time that I have known. So I was at the
commissioning. Also, I might point ocut that General
Stephenson, who was much closer to General Besson than
I was, looked upon General Besson as a surrogate father
because General Stephenson's father had died when Dick
was very yqung. We got together and.three vyears ago,
we nominated, and then the Awards Board for the Quad A
Hall of Fame approved the inductlon of General Frank
Besson into the Army Aviatlon Hall of Fame at Fort
Rucker. I had the honor of Inducting General Frank
Besson since one has to be a member of the Aviation
Hall of Fame to induct another member. When I did, I
asked Dick Stephenson to come with me because I knew
how strongly Dick felt about It and how much he had
worked toward getting General! Besson Into the Hall of
Fame. Certalnly a well deserved award among so many
others he had. A terrific man. One of the finest, I
think when I look back at the top leaders of the Army,
I've been 1lucky In knowlng some of them. He was

certainly one whom I would place way, way up there as
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belng one of the very best. General Creighton Abrams
was another. General Johnson, the Chlef of Staff whom
I got to know very well during the days of ertnam
ranks at the top as well. General Shy Meyer who came
in to see me the other day Is another. I knew him as a
lieutenant colonel. I have known General Wickham over
a long period of time. General Richard H. Thompson,
Commander of AMC, who I have known since he was a
major. I must say that 1 have been very, very
fortunate in knowing some of the top leve! people in
the Army and having had the privilege of serving with
them. If I were to sum up anything, Colonetl Proctor, 1
would say that with all the awards, and other forms of
recognitlion, the Army has done a great deal more for me
than I ever could have done for the Army. It has given
me a wonderful career and a wonderful wife. It is a
wonderful organization. Helen and I were unfortunate
that we never had any children. I must say that [
have the largest family that one could ever wish for
and that s the Army aviatlion famlily. I have been one
of the luckiest fellows In the worlid. I sald this to
the Vlce Chlef, General Arthur Brown whom I travelled
with the other day. He is a super person. I have known
him for years as well as General Kickligher, the

Director of the Army Staff and General Carl Vuono, now
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the Chief of Staff of the Army. I was with General
Brown and I salid toe him just out of blue, "You know
Sir, 1 have got to be the luckiest guy in the world. 1
have an Army aviation family. It is worldwide. It is
a wonderful feeling to know that you have that kind of
a family out there." It Is Just a great feellng. When
I ook at my age, 1 was born in 1914 so I will be 7&
years old in March. 1 would say Cribbins, "You have
not only been Tucky In sticking around for a Tong time,
but when you look at what you have done, how you've
enJoyed doing I1t, and the people you have worked with
and the Army itself-how lucky can you be." 1 have been

the luckiest.

INTERVIEWER: Sir, I think I can make a comment that

would be shared by many others. We are fortunate to
have you Influence our 1lves. 1 think If Peet Proctor,
were to have a say, your legacy, in my estlimation has .

been that you are the "classic" mentor.

MR. CRIBBINS: Celonel Proctor, 1 would say that's

what it Is all about; being part of the family, belng a
mentor when mentoring Is needed, being a supporter, and
taking responsibllity when It |Is needed to be taken and

not shoving off the problems when the going gets rough.
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[ trust that I have kept the faith and anytime that I

felt that I wasn't keeping the faith, I trled to face

up to 1t. I think what you have just said Is what it

Is all about. Beilng part of a family; being a mentor,
belng responslible for your actlons and making sure that
the people who work with you and for you get thelr Just
rewards In the sense cof getting promoted, good

assignments, and belng recognlzed,

INTERVIEWER: Sir, let me say that on behalf of the

U.S. Army War College and the Military Hlistory
Institute, thank you for allowing me to conduct your
oral hlistory, If time permits, I would like to
continue your oral history after 1 complete my studies
at the War College. I am really honored to have had
the pleasure to come down and spend a few hours with
you covering your life as a citlzen soldtier, a soldier
and an executive withln Headquarters, Department of the

Army.

MR. CRIBBINS: Peet, to say what I've learned over the

years is that "It always takes two to tango." I was so
pleasantly surprised when you came Iin and told me that
you were dolng to do the oral history. I knew you when

you worked here in the building, I know your reputation
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and T know what you are doing and how you have done it.
I must say that your dedication to this partlicular task
has been just great. For me, it has been a great
pleasure to be with you. I do trust that whatever has
come out of this will! prove to be of some value toc some
people. It has been a great pleasure toc have worked
with you, my friend, and I would say thank you very
much. You are a great guy and I consider you a super
colleague and a good friend.

[End Tape C-226, Side 2]
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